














destinations, which in turn depend upon factors
beyond the control of any single project:

Transportation Measures (Four Cadegories) Cross Category Max Roduction (all VMT)
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e Land Use Patterns: The locations and densities of
housing, jobs, recreation and other activity centers
throughout the region. (Fig. 1 illustrates the large
influence of land use on VMT.)

e Transportation Network: The quantity, and relative
quality, of travel options available.

These factors are deeply embedded into the fabric of
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a region, and generally only change on a long-term oo
basis through the actions of public agencies. . e
Therefore no individual project is likely to be able to 'f-w“n- ::’:,'__

iy VMT PR .by .constructlng one—qr Fig. 2: VMT-Reducing Transportation Strategies. This
exen several—blkfa./pedestrlan |mprovem§nts, trainsit general guidance will require more locally focused study to
stops, or other facilities. Moreover, authority does not be an effective mitigation tool. (CAPCOA, 2010)

rest with an individual project to develop VMT-

reducing transportation or land use plans. As a result, studies likely would be needed to make this an
developers and cities will need to address VMT effective mitigation tool. Its key limitations include:

impacts in new ways.
e Generalized VMT-reduction predictions that are

On strategy is to include project-specific measures to far from certain at the project level, both
reduce VMT impacts below the level of significance. technically and legally. In practice, their
OPR has asserted that “15% reductions in VMT are effectiveness would vary greatly by region and
typically achievable at the project level in a variety of depend upon a host of external factors.

place types,” citing a 2010 report from the California
Air Pollution Control Officers Association (CAPCOA),
excerpted in Fig. 2.

e Many suggested strategies for individual
projects—such as limiting parking supply or
unbundling parking and housing costs—that

However, while the CAPCOA report provides a good cannot be implemented without also changing

starting point, more locally specific, evidence-based local development codes.

Determining the Best Method to Estimate GHG and VMT

Regional and local plans generally use one of two For best results, all local governments with access to
methods to calculate VMT and GHG emissions: an activity-based travel demand model should use this
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and GHG.

e A spreadsheet-based approach, either post-
processed from model outputs or derived from policy
directives (e.g. achieve a 20% walking mode share).

Such advanced models are already deployed in several
regions, and the California Statewide Travel Demand
Model also offers activity-based projections. In San
Diego, SANDAG'’s new Activity Based Model produces
The best models for evaluating transportation-related output for both VMT and GHG, and is available to local
impacts are new ‘“activity-based” models that are governments.

Sqnaifve toRaars Incldding In the absence of these advanced modeling

e  Multipurpose trips (or “tours”). . capabilities, regional and local governments may
; ; develop their own post-processing methods to calculate
e S IO IRRSEOHRIOH IS OHD. VMT and GHG emissions using older travel demand

e  Transportation systems management facilities. models. The key objective is to capture as many effects
e Travel demand management (TDM) programs. as possible from the multimodal elements listed at-left
that affect GHG and VMT.

e The “5 D's” of transportation planning: density,
diversity, design, destination and distance.
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An alternate—or perhaps complementary—approach
is to develop a framework in which individual projects
mitigate impacts by making fair-share contributions to
the implementation of VMT-reducing transportation or
land use plans. The step-by-step approach above
discusses how this might be done.

Local Policies on Traffic or Parking May
Conflict with the Goal to Reduce VMT

SB 743 only modifies the CEQA process, which is just
one element of project review. Many, if not most, local
governments currently have active plans, policies and
ordinances that set congestion-based LOS targets as
well as minimum parking requirements. These policies
tend to increase automobile usage and VMT, and
therefore may conflict with the new CEQA
requirements.

Depending on specific local conditions, it is possible
that some projects will be unable to fulfill both the
CEQA requirements on VMT as well as local policies
on traffic and parking. Local governments therefore
need to review their existing plans and policies to
ensure that development projects still have viable
pathways to approval. Steps 2 and 6 above discuss
this further.
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